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CIVIL AERONAUTICS BOAED .

ALCIDLNT INVRSTIGATION REPCRT

Adcptea: Fotruory gs, 1949 feleascd; February 28, 1947 -

VIEIZG AIR TRANSPORT COMPAMNY - RICHLOND, VIKRGINIA, May lﬁgw}w%Q .

Trie Accident

A Douglas DC-3, NC-53213, regastered an the name of Viking Air Transport

L

Company, a non-certificated air carrier,% crasied near Richmona, Virginia, at
0104 EST,* lla; 16, 1946, while atiempiing to locate B rd Field, Rachmond, A
Virginia, for an emergeney landing unaer exbremely marginal weather ccndi-
tions, The aircraft was demolishea by impact and subsequent fire, and all
27 occapants were fatally injurec.

History of the Flight

According to the operating policies of Viking Axr Transport Company,
the captain of each flifht 1s aathorized, in the absence of specilic in-
structions from the home office »f the company at Glemcale, Calzformia ana
when away from tne company heaagiarters, t> comtract with variovs wravel
agencies for the cnarte:r of the aireraft ara 1o wane sucn arramgements_ as )
necessar; for the most economically advantageous operation. Dunring a three-
day siop-over ai Fewark Airport, Newarx, Hew Jersey, Captein Till-aw B.
Ancerson hac, therefore, chartered tne IC-3 tc the Coast To Cvast Air zrzo

Lines, a travel agency, for transport of passengers and baggage to various

LY

*3v unon~certificated air carrier this report refers to an aar carrier
which doas not possess a Certifilcate of Public Convenience anc Wecessity
as 1issuea by the Civil Aeronautics Board in accordance with ths provisiocus
of the Civil Aeronautics Act of 1938, as amenced, These carriers are com—
-only referred to as non-scheduled air carrierse. oy

A1) toues referrea o in this zeport are Rastern Svandad ard bhasec an the
21 ~hour clock.
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vlaces in southern United States. With a crew of 2 ana 29 passengers wrth” - -
~ersonal baggage, the aircraft ceparted Wewark airport at 1937, ilee 15, 191;6,’—
under a contact flipnt plan with 1ts cestination as Horfolg, Virginia.

At 2002, the flight” reported over the Philaceiphia radio range stabion
and requestea an instrument clearance from Air Traiiac Control to cruise at
£00-feet-on-top to Norfolk via Ballimore, Washington and Richriond. The
request was approved by the New York ATC Center anc the flight proceeced
en route to Worfolk above the overcast, making normal position reports
over Baltimore and Vashington,

The flight called the Richmond racio range station at 2151 anc re-
gquested the Richmond ana orfolk weatlier reports. Upon learmning that the
2130 sequenee report for Norfolk iuovicated a broxen ceiling of L0O feet and
1 mile wvisibility, Ca>iain Anderson decided to land at Richmona. The Rictmong
2130 sequence report indicated an estimated ceiling of 2,500 feet and 7 rales
vigability. The flaght advased Eichmond Radio of 1ts intention to land at
Rxchmond and also reported that 1t was experiencing vfuel trouole! at that
tame. iUnon contacting the Richmenu control tovei for lancing rastructions,
the f1light advisec the tower trat tne »1) preesur. pauge was Ufluctuaring.¥ )
A normal zpproach was maa: to Byrd Fiele, anc the flaight laroca at 2208. .

The aarereft was & X1 10 tle pap  anc parked, The Jalots advlsce
Arry ground crer personuel that ne maintenance o1 service «2s tequired anc
when Jent vo the operziiens ouilding te cneck the veather in the ared. I
asm.ch as four passeigers con tue aircraft ere wn oute to Jorfolyk an. sum;
the Norfolk weather showed no signs of 1mprevement, arrangemen:ts were made
for the transportabaor. of thesc passengers two orfolk by taxi, 1be Q&p%ﬁln

& . . _ -
and co-pilot spent tne following two hours in chetking the seather in oXGer

E.
-

to cetermne the ifeasipilitv of combinuing the flight toward douston.
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Captain Anuerson stucied tne weatner alone 11 the Amy Air Forces
weather office a.sd, accoraing to testinony of the AAF cispatcher at EBase
Operations, he staveda that the weather Mlooked badt, and that he did not
think e was poing 16 taxe off that nipgnt. He then nroceeded to the Eastern
Airlines! station ana aiscussed the weather further wr1th has co-pilot, D. line:
ana the Eastern station agent. The Eastern station agent stated that Captain
Anderson did not wish to take off but tnat Hiner wanted to continue nith the
flight immecilately. After a aiscussion between the captain and the co-pilot
for approximately 20 aimutes, they agrecd to fale a flaght plan for Atlanta,
Georgla, ana to cneck the weather at the destination whilc en route.

A Tlight plan was completed and an wstrmment clearance was cbtained
from tne Washinr~ton Center of ATC to cruise £00-feet-on-top to Atlanta.

Trnc flight departed Rachmond at 0007, kay 16, 1946, witk 25 passengers and
the crew of 2. At 003L, the flaght called Rachmona Radio, reported 1is
position as L0 miles southwest of Richmond ab 520-1eer~on—top, and stated
that 14 was returning to Richmond because of a rough engine. Rictmond Radie
transmittea a new treffic clearance to the flight, clearing it to return to
Pichmond and to maintain an altituce of 3,000 feet en route. The flignt .
reportea over Richmond at O0hL), ana was cleared to the Richmond LoWels

AL 00hL9, the flzght contactea Richmona Tower ng reportec that it was
leaving 2,500 fcot ond wnitrating an wnstruoent approach to Byrd Field, The
fiie & _stablishca visual contaet of LOO feet at 0051 curang ibs final ep-
proach and wag sigrted pessing Ovel e fiele at a very low altibude on &
NNE heaaing. Inasmuch as 1t was not aligned wa.’éh the Tunway at the compile-
t1on of 1ts spproach, 1t fontinued bevond the field and imredianely there—

after reported that it haa lest sight of the sxrport and was rewurmang to



the range station for a second approach. The control tower received a report
from the flight at 0102, Yover the cone at 1,500 feet", and, in acknowledg—
ment, provided the rlight with lancing instructiens, o further transmission -
wag received from tne fiig €.

Several Army personnel at tre airport statea that tney huara explosions
aac saw a oraght flash resembling fire from an area six or scven miles south
of the field. Several persons residang near the scene of the acciuent stated
that they neara tne sircraft pass 1n tle vicinity of tne raape statzon at a
low altitude ana with at least one engine sounding "rough.! ILanediately
prior to the sound of the crash a roar was neard i1maicating that full power
had been applied in an attempt to avo.u tae crash. Fire broke out i1mmediately
followang impact and all occupaats of the aircraft were cead when the first
observer rcached the scene. !

Investigataon

The wreckage of the aircralt was locaied approxamately LO feet from the
east bank of Fourmile Creek in a densely wooded scction 5/8 of a mile SSE
of the Richmond radio range station. Inspection of impact marks on the trees
and on the ground inoicated an angle of desceat of approximately 55 degrees
at the tame of tre crasa. The rilutzvely short swatb: cnd through the trees
(% orichited morth and soutk aud .ncicatca @ southerly neadan: of the air-
cral% 2t tle amomont of initial contact with the trees, Some parts o thc
vicraft had goupea the scft soal to a maxitum depth of fave fecet while others
had buried themselves ceoply 1n trc rud.  Toe entire wreckase oud the mirks
of Jrpact v.r¢ confined to an arca 75 fest 1n rodius cemownstrataing the steep-
ness of the cescent anc the asruptness fth which the aircralt came to a ste}?—
After rlancang the tops of some 21l trces at a heignt of wmore than iﬂ@'

1eet sbove the grouna, the rignt wing was shearea off at a point 6 feet ouls
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board of the attacl angles upon ipact with a large pane tree. The outur
wing pancl fell almost vertically to the grouna while the remainder of the
aircrafit whippec to tne raight. The 1cit wing struck other trees and was
ghcared at three points before 1t contacted the ground. The fuselage came
to rest on a heading of west, havirng furned approxlmatel‘y F0 oegrees to the
right while crasning through the trees. Both engines were torn loose, the
right wngince ceing thrown about 20 feet alhead of the wreckage and the left
engine having uprooted two trees ncarcr the wreckage and lodged beneath them.
The considerable disintegrat:on cansed by contact with the ground and
trees was further complicated by fire which broke out after impact and which
consuned most of the forward portion of the fusclage, Practically all com=
tustiblc material eather on board the aireraft or a part of its structure,
mclucing the fabric covering of the control sarfaces, was consumed by fire,
Testruction of tne instruments and cockpat controls was so corplete as te
render extrcmely difficult an accurate cvaluation of their incications or
scttings at the time of the accaiwent. Tne only reliable indication obtained
from any of the instruments in the cockpit was t.€ setviag of one of the
altam tcrs, The setting of 30.02 inches corresponacd ver:r closcly to the
altaimeter sctting recordeo for Brrd Field at the tume i take-off, -
The 1nvestigation cisclosed thet the flaps verc fully retractec and
tnat the landing gezxr was fully extendea at the time of impact, Inspection

of the rucder trim tet inwrcatec full zpplacatior off ieft tram at the timc

é
of the crash. The racio d_als werc compleiely destroyea and no reliablce
1ndications as to tucar frequency sctting prior to impact could be -sc.or-
tained. HNothang as founc fo incicate failure of any part of the iareralt

stracture prior tc the crash.



The rignt ignition switch was founc 1n tne VOif" sosition; the left
ignrtion switch and the master switch were both in the ®on" position, The
control quadrant was founa locxed as a result of burning; the left mixture
control was in tire "On! position and the rignt mixture control was in the
noffu nosibion., The position of these controls indicates conclusively that
the raght engine Was inoperative prior to Lmpact. Detailed inspection, how—
aver, failed to disclose any mechanical defects in the right enfine shich may
have existed durang flight. Inasmuch as this engine had rolled clear of the
vienity of the fusclape, 1t was not danared by fire. It was apparent that
the raight propeller had not becn feathered Tne o1l screen cisclosed no
eviognes of metailic accurmlation. All ~ears an poth the roeduction pear
ana accessory fcar assemblies were intact., The rinains of the ignaition
systen were exXamined trorou, hly for some inalrcation of defectave wiring,
however, no such evidence was aGisclosed.

The leit engine was extensively damaged as a result of fire on the
ground, rendering an accurate evaluation of its conaition prior to impact
extremely d:ifficult. nlthoush 211 but six of the cylinders were found broker
A1 thoo «a, 218, 1t wag sbserved tnat tne inmer surface 21 ornis vhe Jdo. &
tylainwr lra contazed ~orus of contzcl vt °r appareatly troken intake
valve. 1% coula .ot oo ceteriinca ot this tare vrether ©.ese 2rks #ore Ui
result of arpaet, rowever, since this ms the onl ¢ylander whic- bore suck
abrasions, = cursful indpection sas aae of ©C reaninir- Lsserbly. The 1ok
box had broken loas. Jron tie eylindsr nond, Ti€ Iractule MUNLlny .crows bie
intzke alon~ a2 linc approxiuatcl, 1/2 aneh above the valve seat. Peenin: o
scuffing was noticed cn the rnner surfaces of the feacture of botk trese sepf-
wents and 1% was ooserved that the scuffing was of such a nature as to udi~

cate that thc f2:lure must wave occurred praor to the ¢rasa and that taese,

H
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surfaccs had been rubbing against each other for a considerable period of time,
4 deep dent was observed on the side of the rocker box, the most extensive dis-
tortion in which had occurred at the fracturc. The indentation was of such a
nature that, had the rocker box and cylinder head been intact at impact, a
similar distortion of the surface of the cylinder head should have occurred

at approximately the same location. However, when the two parts were mated

1t was clearly noticed that the cylinder head had not been subjected to the
same blow which dentea the rocker box. It was apparent, therefore, that this
blow was not responsible for the fracture and that the fracture had occurred
prior to the concussion which caused that indentation. The above findings
indicate, therefore, that, although tne left engine was operatinp umtil the
moment of impact, 1t was operating with the No. & cylinder defective,

In order to check thoroughly every possible evidence of rnalfunctioning
1n the No. 6 c¢ylinder of the left engine, this cylinder was sent to the
Nat1onzl Burean of Standards for further study. The study by that ageney
disclos.d the presence of a dark carbonaceous matcrial coating parts of the
imner surfzces of the fracture on both the rocker box anu the cylindsr heaa
which =ppesarea to be the product of enpine combustion. HowWever, ipastmel, 18
the failure wes locatea in the intzke port, it 18 prooable that the dis-
coloration w25 the risiduc of gasoline seepape throurh the crack plus dust
ard 01l which may have been drewn in from external sources wWhen the power-
plant wa; being operated at manifold pressures less than at.oSpneric
pressures. The 1ntensiveness ol the aiscoloration strongly andicated that

the 1nitial failure had occurred considerably prior to inpact. Sirnlar

%
fractures on the same as well as other cylianaers bore no evidence of sucr a
coating., This study cemogstrated, furtnermore, that, in view of the locsl-

ized cnareacter of the coating and because of the absence of any indications
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on ihe eylinder of a severe fire from an extcrnal source, 1l czn pe ctoacluGed
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“

that the fracturc had been progre.sélvuly enlarging for some tawe prier to the

i

accident.
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: In aadition to the foregomg,‘ the Bureau of Stancards coniirmed the
findines of the Board's technical staff that the rocker arm sockets and valve
' taps, as well as the cam follower sockets anc the ball enas of the push roas,
of tiie No. 6 cylindger possessed a polisheua and worn appearance which incicated
that -thcy had been loose for some time prior to the crash and that this con-
dition may have becn caused by a failure in the cylinuer head castang,

.

The testimony of two AAF meintenance persomnel disclosed that soms

aifficulty was observed in the operation of the raght engine while the air-

craft vas at Byrd Fiela ana that considerable caff iculty_ wes encountered in
. startlI;g this engaine shortly before aeparting for Atla:nt.a. Both of the

. above wiilnesses testifaed that the right engine "sounced rough' and ex—

plained that 1t appeared to be “missing." Tae left enpine, hovevcr, ap-

neared to be functioning normally. AV no time a1d eitner of the pilets
T oroquest” any serviece from the AAF mairtenance corow. Hdowever, accoruing te -
the testimony of an AAF mechanle, at thas tare onc of tnc nilots commentea
that he hac observed some weicct 1n the ignition syster of onc angine,

Art aftal -sis of the weather synopsils couneerning this rezion mdlcatad)

%he location of an externsive high pressure ares ofi the Atlantic Seabeara

ceantred approxuastely 100 miles off the coast of Virginia, The carcule-

tion asout this hagn pressure ared resiltea in = lonb trejectory over the

ocean and a flew of warm, molst air from the Atlantic into the southetn

- 8eaboard States causeng low cerlings ana poor ¥isibilaity throughout the
period. Harginal and,below minvmn weather conditions were bulng rep@ﬁﬁ
in tne extreme south At]:ant:!.;: eoastal arez cduring tx evering of Iay 1F S
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and these conuitions vere gradually spreacing nlend and nortwwarc auring .
the very early morning of the follov ing day.

Imrain:, the flighi from Newark to- Richmond, the crew were aware that
weather conaitions hac grecually worsened throughoat the south Atlantic states.
While the pilots were checking the ireather situation at Rachmonc from 2200 to
24,00, the ceiling at Hichmond ducreasea from 2,500 feet overcast to LOO fuet
overcast ana the visibility decreased from 7 miles to L miles. Cerling and
visibiliity continued to decreasc after tne departure of the aircraft at 0007,
At 003L, +vhen the airceraft was already returning to Racnnond, the Lichmond
weather report was andicating "Cexling, 40O feeb, overcast; visibalaty, 2
miles. . Br 0056, shortly after the aircroft missed 1ts first approach, the
visibility haa decreased to 13 miles. Within tae following Mour the weather
conartions Were being reported ast "Ceiling =zero, vasibility zero,l

The histories of the crew revezlea that the captain had recently left
the wmploy of a scnedulec air carrier in whose service he had been flying as
a co-palot for approximately 3%; years., Faving failed on several occcasions
to pass satisfactorily the flisht tist requarec by that air carrier ior
prowotion to captain, Anderson was 1ntorvied that we was Wnol considerec
c.pta. amaterialf, whercupon g€ resigned. A review of toe combeny fiight
check recoras incicates that in eoch mnstance he vas unzple o maintain adae—
quate control of the zircraft under emergency situations., Shortl; after
naving resigned frow the scheduled air carrisr hie pagsec satisfactorily 2
flight check given oy a CA\ Axr Corricr Inspechor anc thereby obbainec an
Arrline Transport Pilet Kating. Thas certificate was effective at the tinme
of tne acciaent, 4daving veen employed by Viking Aar Transport for only a

.

week, 2 flight from Glencale, Cal:fomaiz, to Nevark -nd from Newark untal the .

zccident at Richmond constitutew his only experience in commana of an air



carrier aircrait. Until the time of the accluent the captoin hac accumiiated
a total of 2,556 hours' flying time, thc greater portion of which had been
obtainec as a co-pllot in DC-3 aircraft. The co-pilot, D. hancr, had ob-
tained most of nis total of 500 hours' flying time 11 small, singlu~cagine
training aircraft while serviug in the AAF glader tralnnhlg program and,

since raviag Joined the company, hLaa owttained approxumately 100 hours as

co-pilot 1n TC-3 equipment. Investifation discloscd that Miaer vas one of

the oraginal organizers of Viking and was a stockholder xn tne company.

Dascussion

In reconstructing the flipht several signiTicant flacts are apparent
which strongly ancaeate 1nadequacy of company policies vith respect to
operations of this nature as well as the incompetency of the pilot personmel
1nvolvea, A serics of extremely adverse condations combinea to rnvolve thas
opcration in an exceptlonally unfortunate situation wath which the flight
cren were not competent to copes, The entire operation was cheracterized oy
1ndeeasion ene confusion on the part of the crew, and it 1s apparent that

the ranifola responsisilatics of the captain couwled with his own avareness

of tune hararc

m
S

f %re particelar flight aifected kis eoility wo reach 2
SOULG UECLSLOn ON 116 Gasis of WO tne salely of tne operat-on right Lave
beer assured. -
Fros thoe festimony obtained curing o 1avestagotion of thas acciwnt
M
1 15 cppar.st oot the crew hirc some woubir concerning toe satasfactory -
funetioning of tne wwercft. AL v - tires aaring she naght of ¥ay 16
the pilots commentea on Wfued trouble, = fluctuating o1l pressure gauge,
ana £ 10.¢ of pouer an a» eny inc wken operatiug on only one megneuo for tnst

; o &
vNENes Yot no requzst T as made for wny rainitenance seivice ot Richmond.

Tio8C convamts by whe crew disclosce an element of doubt os to the amcrﬁwé
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ness of the aircraft but do not #naicate with anyr degree of conclusiveness
that the flight crew were avare of the seriousness of the defects 1nm the
aircraft.

It 13 apparent that, althougn €he crew indicated that the reason for
landang at Richmond was mechanical trouble, their intent wes primarily to
deplane passengers bound for Norfolk. It is further evident that the captain
was apprenensive of the weather situation farther south and that he desired
to make an addivional check at Racimoad of the wcather before continuing
the flight.,

Neither of the pilots had much experience in command of aireraft with

w. the responsibility for reaching appropriate cecilsions under difficult cir-

' cumstances as well as the responsibiality for control ef aircraft under emer-
gency flight situations. Captain Anderson was apparently very reluctant to
continue the flight under the conditions existing at the tame and had evi-
dently decided against taking off at Richmond. However, the testimony of
personnel at Byrd Field indicates strongly that the captain permitted Frais
meh less experienced co-pilot to perssade him to attewpt the flignt =2gainst
his judgment. All the cata aveilable to the crew aisclosed a repld worsening
of wcathey conditions thrmughout the ares ut,’ despite = sesmingliy compre—
hersive study of tue weather, the captain, after consulting with tne co-pilot,
mocified his earlier declslon ana spreed to continue the flaghi.

The evicence cisclosed that tne rmght engine hao been operating somevhat
roughly prior to departure from Richmond. Tt 1s possiole thet this condition
was the result of 1gnition difficulty due to moisture which caused occasiongl’
nissing,. lTn.ls fact, in addition to the difficulty encountered in'starting
- the right éngane at Ricnmond, may have led the crew fo conclude that this

« “rengine required partacular attention. Unknown to tno orew, however, a crack



had been developing in the Noe. @ cylinder head of the left engine and,
shortly after departing from Byrd Field, the cylinder head evidently frac= -
tured completely. This failure wovld have resultsd in abnormally rough
operation of the left engine, however, 1t would have been difficult for

the prlot to determine which engine was operating roughly without partic-
ular attention to instrument indicationss

There 15 little doube%%!z@t this roughness in operation of the left
engine convineced the crew that a landing should be made without dslay and -
they elected to return %o Richmond where the vesather conditions, meanwhile,
were worseninge It appears, hovever, that the crew bslaeved that the soupes
of the vibration was in the right engine instead of the left,s The extent
‘ef the roughness in the left engine during the deseent to Richmond would
not have be:en us. noticeable to the crew as 1t would had full porver beem
developed at that engine. In view of this fact and because the radio ccn-
tacts with the flight indicated that it wes returning to Richmond with &
"rough engine,® it is apparent that both engines were operating until the
completion of the attempted instrument approach,

An Instrument approach was attempted by the flight with the lending
goeer extended. Hewever, when the aircraft had established visual contact
with Byrd Field, it was not in position for a landing and the eaptain chese
to attempt mn second approachs In doing so the captain neglected te retrack
the landing gear. At this time it became necessary for the pilot to ap-
ply take-off power to both engines in order to complete the go-around.

It 15 evadent that a considerably greater roughness of the left engine was
then experienced and the pilot apporently beecame convinced that it.would
beo nece.issar,y‘to shut down the rough englne. Thi; decision must heve been

reached within two minutes after the airceraft had passed over Byrd Field -

-~
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on 1ts first low approach.

Vhen in the vicinity of the Richmond range station, the pilot, in the

belaef that the right engine was not functioning properly, ecither orcered

the co-pilot or took the necessary action hims¢lf to shut down tne right
. 4 i
engine, The right ighition switch was turnea to the "@ff" position and tae
® - - '
aircraft was trammed fully to thg left to compensate for the resultant loss

1

-
an power from the right engine. The left engine, hoWEvery remained in opera-

tion with one defectave cylinder and at 2 fairly high manifola pressure. Such

=
~ -
¥

a condition woald have rf.qulte'd 1n considerable vibration from that engine and
full power could not have been acvclopcds In this confusion tne landang gear
L
was left in the down position, Airspeed and 31titude could not possibly be
-

maintained under shese conditions ana the manmer 1n which the mmpact occurred

§ 1indicates conclusively that the aircraft was stallea shortly thercalter,

following which 1t fell to the ground ana burned. S
Findings ¢

On the basis of,all available evadence the Board fines thot:

1. Some doubt existea 1n the minas of the crew as to tne airvorthin.ss

of the aircraft prior to departure from Pj.c'hinonc;, Virginia, .

L]
2. The captain permitted himself to be persusoed by the less expe.-

renced co—prlot to undertake a flrgnt anwer agvers. Jealher conaitions the
-

forccast for which predictea worsening weather both 2t the point ol aeprrt.a.

and the destination. B .

* .
*‘ Lo Y
3. T fircraf} departea Hyro Figld, Kichmona, V.rgii.a, <1 OX7 Tor

Atlanta, Gedrgiasy .

L. Unknewn to, tne flaght cre., a crack was auvgloping 1n the Ro, &

cylander heac of the left engine during that portxen of jhe flight imme-

L]

diately alten take-off, | - .

s
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S5« Shortly after deperture, while en route to Atlanta, the rocker
bex fractured completely.

6, The crew elected te return to Richmend for an emergency lapding,

7. Hawvumg ohtained the proper Air Traffiec Centrol clearance, the

flight returned te Richmend and aettemptad an i1nstrument approach te Byrd

2

Field«

8. Visual entact was establishe‘d af: an alt:rtude of LOO feset above
the ground, however, the asircraft was mot eriemted with respect te tho
landing ru;ﬂrway and o ge-areund was initiated with the landing gear left
in the extended pesition,

9« The aireraft returmed to the range statien in order te begin e
second appreach.

i0. In the vicinity of the range station the right engine was shut
down and the crew attempted to sustain flight with enly the left engins
operating and with the landing gear extendedae

1l The right prepeller was not feathered.

12. The aireraft was net zble to maintain airspeed or altitudes

13+ The aircraft stalled and fell to the ground nose flrsi‘; snd was

demelished by wmpact and fire,.

Prebable Cruse

On the basis of the ferezeing the Board determines th~t the prebzhle
causc ef. this accadert was the inubility f the pilet %o maintain adequate
control ef the aireraft to effect an emergency single:-engi.ne i.l.lstnmenﬁ .
appreach urder adverse westher conditions, Contribu’ting\ffc‘bors were;

The decislon of the pilot to continue the flight into weather conditions - .

whioh he considered unsafe; tvhe pegligence of ¥he pi?lot in faillng Yo -~

PR
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have an inspection of the aircraf't engines made prier te departure frem
Richmond, the actien of the palot in shutting down the wrong engine when
experiencing excessive vibratien from a power plantjand the pilet's
neglect in failing to retract the landing gear during an emergency go-

erounda

BY THE CIVIL ~ftRCNAUTICS BARW;

/8/ T, I, LpNDIS

/S/ $S4AID RYuN

/8/ B.RIL&S BRaNCE

/8/ JOSH LAE

fs/ CLARENCE M., YOUNG
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SUPPLrd EATAL DATA

Investiczation and Hearing

The Ciyxl Aeronautics Boara rcceived notification of the aceciment at
0315, Jday 16, 1946, and 1nmediately initiated an investipation in accordance
with the provisions of Section 702 (a) (2) of the Civil Aercnautics Act of
1938, as amencec. Alr Safety Investigators of the Boara arrived at the
scene of the accident at 0830 that day and were later assisted in the 1nvesti-
gation by other members of the Safety Bureau staff.

Alr Carrier

Viking Air Transport Company, incorporated uncer the laws of California,
January 23, 1946, maintains 1ts offices at Grand Central Aarport, Glendale,
Califemaia. Since that cate the company has engaged 1n air uvransport service,
of a non-scheduled nature, carrying passengers and freight within the Uiited
States.

Flight Personnel

William D. Anderson, arse 27, pilet of tue eircraft, nac pbeen in tle om-
ploy of Vi<ing Tfor 2pproXimately 2 ®eek precuding the accldent. 5. hac served
in vhe capacity of co-pilot with Western Air Lines since October i2, 19k2,
terminating his service with thet aar carrzer Apral 1, 12L€. Sincc lezvang
Wostern Adr Tianes he haa obbeined an dirline Transpeort Pilot RHataing wrich was
etfectave 1t the Tame 5f the accicent. At the time of uis .uploy oy Viking,
Anaerson nac logpea a total of 2,566 hours of whaic: 2,325 hours were os co-
pilot an twin engine aircraft for Western Air Lunes., Davic . Miner, age 29,
co-p1lot of the axrcraft, possessed a Gommercial Pilet Certificate and hac
accumlatea a total of 00 hours, 100 nours of which were o8 co-pilet .n

DC+-3 aarcraft.



Alrcraft i
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§C-53218, a Douglas DC-3C, was manufactured in 194l for the niF ond was
purehased by Viking on Feoruary 1, 1916, fror tre War .ssets Corporation. "‘:} ;

Conversion of the aircraft for CAA certification was accomplished by the

5

Grang Central Airport Company during February ana ifarch, 1946. at the time

of the accident 1t had accurmlatea a total of 1,180 hours. It was equipped

w1th two Pratt and Whitney engines, moGel R-1830-92 waith Hailton Stancard -
hydromatic propellers. Tae total times locred for the left and raght enginesy

respectively, were 970 hours and 1030 hours with LL2 hours since last Army

overhaul for both engines. k
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